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we at once call the time 2 p. m. ‘Tuesday. If it is June tenth we at once call 
i t  June eleventh. 

This seems to agree with the rule, “Add a day to the reckoning.’’ But 
what about the rule that says “Drop” or “Omit” a day? O u r  week has 
seven days of twenty-four hours each. If, as in the above example, we jump 
from 2 p. m. Monday to 2 p. m. Tuesday, we have skipped ten hours of 
Monday and fourteen hours of Tuesday. I n  that week there are five days 
of twenty-four hours each, one of fourteen hours and one of ten hours. O u r  
week lacks twenty-four hours of being a full week. W e  have omitted twenty- 
four hours or have dropped a day. I n  that sense, the other rules are correct 
and adding a day t o  the reckoning is the same as dropping a day from the 
weck. 

T h e  trouble with the statements is that they are incomplete and easily 
misconstrued. In  teaching this subject we need clear and definite statements. 
T o  justify the use of the phrase, “add a day,” we must state definitely that we 
mean t o  add one to  the ordinal nvmber of the day of the month. If it is the 
tenth day of the month call it the eleventh. If we say “drop a day,” we 
ought to explain that we mean to drop one day from the week or month, 
making a week of six days instead of seven or a month of thirty days in- 
stead of thirty one. 

In  Johnson’s Mathematical Geognrphy, page 96, there is a second state- 
ment which is short and can hardly be misunderstood. It is, “Going west- 
ward across this line one must set his calendar ahead one day.” *-- - 

CURRENT MATERIAL FOR COMMERCIAL GEOGRAPHY 
TRADE OF SOUTH AMERICA 

HlEE the foreign trade of the world has increased 77 per cent since w 1900 and that of the United States 86 per cent, the trade of South 
America has increased 165 per cent. T h e  total increase of the South Ameri- 
can trade in that period was $1,360,000,000, of which the increase in Argen- 
tina and Brazil combined amounted to $981,000,000, or 72 per cent of the 
total increase. T h e  largest increase was in Argentina, which has more than 
doubled its trade since 1900. 

It is natural that a trade representing over 2,000 million dollars would 
attract the attention of the great manufacturing nations of the world, and 
that there should be a great rivalry among them for that trade. Eighty-seven 
per cent of the import trade and 88 per cent of the export trade of South 
America is with European countries and the United States. T h e  leading 
nations are the United Kingdom, Germany, United States, France, Italy, 
Belgium, Spain and Portugal. Portugal has very little trade with any of 
the South American countries except Brazil. 

T h e  three countries from which the largest amounts were imported into 
South America, according to the statistics of South American countries were: 
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United Kingdom, $267,954,000 ; Germany, $1 76,823,000 ; United States, 
$151,548,000. T h e  United Kingdom, Germany and the United States control 
62 per cent of the import and over 56 per cent of the export trade of South 
America. 

The  $1,187,000,000 worth of exports from South America consisted al- 
most entirely of agricultural products, and these in the order of their value 
were as follows: Coffee, $262,000,000 ; maize, $108,000,000 ; wheat, $97,- 
000,000 ; nitrate of soda, $96,000,000 ; rubber, $94,000,000 ; hides and skins, 
$85,000,000 ; wool, $75,000,000 ; frozen meat, $40,000,000; linseed, $34,- 
000,000 ; tin, $24,000,000 ; oats, $2 1,000,000 ; live animals, $20,- 
000,000, making a total of $956,000,000. 

Exports to S. A. from 
United United 

Kingdom Germany States 

1900. . . .127.5 118.7 102.7 
1905. . . .214.0 188.4 144.9 
1910.. . .301.2 216.1 189.4 
1911.. . .278.8 235.3 187.5 
1912.. . .325.1 267.7 233.8 

-Millions of dollars- 

Imports from S. A. into 
United United 

Kingdom Germany States 
-Millions of dollars- 

103.2 44.9 41.2 
146.5 74.9 66.4 
242.5 118.2 100.3 
225.3 138.5 121.7 
238.5 153.2 138.9 

Brazil depends mainly on coffee and rubber for its exports. I n  1913 
while the quantity of coffee exported increased 1,000,000 bags, the value de- 
creased $22,000,000, owing to a falling in the price of about $5.00 a bag. 
T h e  quantity of rubber exported decreased 3,400 tons and the value, $25,000,- 
000. These large decreases were not offset by any increases of importance. 

I n  Argentina there has been a great falling off in the value of the pro- 
ducts of the pastoral industries, which was $22,000,000 less than in 1912. 
T h e  greatest decreases were : wool, $13,000,000 ; hides, $3,500,000. Wheth- 
er these figures indicate that Argentina has approached the limit of her re- 
sources in pastoral products cannot yet be determined. It will be found that 
in Chile, Bolivia and Peru, the same conditions exist as in Argentina, that 
improvement will probably be shown in the early future. I n  a very short 
time after the opening of the Panama Canal it is confidently expected that 
the countries on the west coast will be given a new life. T h e  trade of the 
United States with them will rapidly increase because of the greater facilities 
of communication with the Gulf and Atlantic ports of the United States. 

Taking Argentina as indicating the trend of affairs in South America, it 
is probable that the ability of South American countries to supply products 
to exchange for those of other countries is steadily gaining and the future 
of South America is assured. This  being the case it would be well for the 
manufacturers of the United States to imitate those of its rival-Gemany- 
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by sending agents with a knowledge of the language, and who will be will- 
ing to remain a long enough time in the country to acquire familiarity with 
the needs and methods of conducting business in these Latin countries, so 
that when the present depression shall have passed away and South America 
is able to secure the necessary loans for its development, the manufacturers 
of the United States will be on the ground to take advantage of the in- 
creased business that will naturally follow.-[Commercial America.] 

OUR PART IN THE WORLD’S COTTON GOODS TRADE 
Cotton manufactures entering international markets in 1913 approxi- 

mate 900 million dollars in value, and of this vast sum 55% mil- 
lion dollars’ worth was bought from the United States. This export trade 
of 55Yz million dollars is large, very large if considered by itself alone, 
but a comparison shows it only seven per cent of the world’s trade. This  can 
hardly be looked upon as the proper proportion for a country which produces 
over two-thirds of the world’s raw material forming the basis of the industry. 
I n  recognition of this fact the government of the United States, through its 
Department of Commerce is making special studies, both at home and abroad, 
with a view to enlarging the foreign trade in this important branch of Amer- 
ican industry. T h e  department has investigated conditions in South Africa 
and in the Mediterranean and has under way an investigation in the Orient, 
of all large importers of cotton textiles. 

Into Asia 
the imports are about 350 million dollars annually, 200 million being taken 
by India and about 100 million by China. 

T h e  United Kingdom supplies about two-thirds of all cotton goods 
entering the world’s international markets, its share being about 600 million 
dollars, compared with 130 million for Germany, 75 million for France, and 
55 million for the United States, whose manufacturers are chiefly occupied 
in meeting the demands of the home market, which in 1909 exceeded 600 mil- 
lion dollars. 

India, for example, imports about 200 million dollars’ worth’ annually, 
and of this but about one million i s  supplied by the United States; China, 
100 million, the American share about 8 million. Formerly China was the 
market for from 10 to 30 million dollars’ wdrth of American cotton goods 
annually, the sales thereto having made a high record of 331/2 million in 1905. 
T h e  total had, however, fallen to 8 million in the calendar year 1913, and to 
even lower figures in 1912 and immediately preceding years. 

T h e  cotton manufacturers of the United States are, however, gradually 
increasing their sales abroad and in full larger measure the proportion which 
they supply of the great home market. Thirty years ago the imports of 
cotton goods into the United States exceeded the exports of like manufac- 
tures by 21YL million dollars; last year that excess had fallen to 10 mil- 
lion. T h e  lower grades of cotton goods form the bulk of the exports of the 

T h e  Orient is the world’s chief market for cotton goods. 
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United States, while more highly finished products constitute most of the im- 
ports of cotton manufactures. Laces, embroideries and like articles contri- 
buted over one-half of the total value of cotton goods imported.-[Abridged 
from Commercial America.] 

How PHYSIOGRAPHIC FEATURES HAVE CONTRIBUTED TO THE GROWTH OF 

ATLANTA 
Atlanta, inoculated with the Atlanta Spirit, brewed by Evan Howell 

and Hemphill, and injected into every citizen who came here through 
T h e  Constitution, rose from its ashes to become the most important city of 
the south. Men began to recognize the fact that most of our great manu- 
facturing towns in the United States are not on coalfields and above beds of 
iron ore, and they were inclined to give a little too much credit to mere man, 
failing to note that practically all of our great cities are situated on spots 
where the geogrophical features have determined the convergence of great 
lines of communication. Even Pittsburg and Birmingham afford only seem- 
ing exceptions to this rule, for the growth of both cities has been greatly pro- 
moted by the convergence of waterways and of railways; and now that more 
rapid transportation and heavier loads have become necessary, they must in 
time yield to the towns of the plain or the peneplain. 

Atlanta, lying as it does on the upper edge of the piedmont plateau, 
and nearby the gates to the West and Northwest, was directly on the short- 
est and easiest route from the river navigation of the Northwest at Nashville 
to river navigation at Augusta and to the cities of the south Atlantic seaboard. 
I t  was at  the same time near to the Mississippi valley of the south and to the 
gulf coast. T h e  piedmont plateau has no heavy gradients to be overcome for 
the entire length of our Atlantic seaboard states. And thus Atlanta has come 
to be the natural cross-roads for the whole southern section of our country, 
and it is not surprising that fourteen lines of railway radiate from this spot, 
and that Atlanta is steadily and surely becoming the most important city in 
the South, and one of the most important in the nation. 

A railway train across the mountains irom Salisbury to Memphis was 
recently discontinued because the way around the end of the mountains by 
Atlanta proved the easier and the quicker, because it had no great gradi- 
ents to overcome, though the way was very much longer. so, a party of 
scientists sent out by a government bureau from Washington some time ago 
actually went by Atlanta to Kansas City, because the way was very much 
easier and the time actually shorter. 

T h e  South has 66 per cent of the coal area of the eastern United States 
and 86 per cent of the tonnage, and Atlanta has easier access to every variety 
of this coal than any other city in the country, for even Memphis finds it easier 
to get her coal from Pittsburg than from the southern field, and this gives 
Atlanta every advantage in the way of future growth and development.- 
[From address by Collier Cobb, Atlanta Meeting of A. A. A. S. Dec. 1913.1 
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WHERE TO LOCATE AN INDUSTRY 

OMEWIIERE in the State of New York, in the early part of the last ‘S century, David Maydole made some good hammers; and his neighbors 
began beating the track to his door, and finally the whole world came to him 
for hammers. In  those old days, factories were not ‘located,’ they ‘just 
growed,’ and their location was usualIy the town in which the owner 
happened to live. Many famous concerns had their beginnings in this way 
in locations which nowadays would be thought to have many disadvantages. 
T h e  Fairbanks Company, in St. Johnsbury, Vermont is an instance.. . . . . . . . 

“In modern times, however, these special advantages which were held 
by some manufacturers are disappearing. Cheap labor has gone, business 
enterprise is becoming universal, and goods are now bought on specification 
and test rather than upon the name of a brand. Reputation, which used 
to be obtained by long years of struggle, is now obtained in two or three 
years by extensive advertising and by public demonstration of quality and 
performance. Success in manufacturing in the future is to obtained not by 
mere reputation for quality and by two or three favorable conditions, such 
as ample capital and cheap labor, but only by the combination of all the de- 
sirable conditions, one of which is location. 

“The fact that locations that were good enough in past times are not 
good enough now is shown by the migrations of many large concerns and 
the establishment of new concerns in places far removed from the old cen- 
ters of industry. T h e  first great relocation of industries in this country 
took place in the iron trade. Fifty years ago its center was in eastern Penn- 
sylvania, chiefly in the Lehigh and Schuylkill valleys. Between 1870 and 
1880 it was moved to Pittsburg and vicinity, to Cleveland, to Chicago, and 
to Alabama. Philadelphia then was the center of the heavy machine-tool 
trade, with numerous small concerns in New England ; now Cincinnati 
and Cleveland are competing with them in foreign as well as in domestic 
markets. Shoe-manufacturing, which used to be confined to New England, 
is now being scattered over the West. Cottan-manufacturing has developed 
in the South. Of individual concerns that are moving or scattering, in- 
stances are the Baldwin Locomotive Works, of Philadelphia, which is build- 
ing a new works on the Delaware near Chester, and the General Electric 
Company, which is locating its new plant at  Erie, Pa., on Lake Erie, in- 
stead of enlarging plants at  Schenectady and at Lynn.”. . . . . . . . . . . . . . . . . . . 

“Some of the conditions that should be taken into account in locating 
a new factory that is expected to become of great size are the following: 
With respect to material. Cost of obtaining raw material delivered at 
the factory; permanence of the supply from its present source; where other 
supplies may be had if the presence source fails (lumber, for example). Cost 
of transportation of finished goods to the various markets. Transportation 
by automobile-trucks, by rail, by water, river, lake, o r  canal. (The  open- 
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ing of the Panama Canal and of the New York Water Barge canal is 
going to affect some locations.) Cost of fuel, coal, oil, or gas; if oil or 
gas, permanence of the supply. Water  power, quantity available and its 
probable permanence. Electric power from a central station, cost of, com- 
pared with cost from an isolated plant. 

“Real estate. First cost, taxes,.present and prospective; room for ex- 
tensions; room for development of a workmen’s town. 

Availability of an abundant supply, skilled 
and unskilled. Conditions for keeping workmen satisfied to remain in the 
works, nearness of city or town supplying good and cheap market, comfort- 
able homes, schools, playgrounds, churches, hospitals, medical attendance, 
recreation. 

“With reference to labor: 

Control of trade-unions.”-[The En&eering Dicest. 1 
NORTH SEA SHIPPING 

HE rate war between the Hamburg-American line and the other trans- T atlantic steamship lines-English, German, Dutch, French, and 
Amencan-gives interest to a recent article in the London Economist, show- 
ing the enormous growth and great volume of the shipping of the North 
Sea. Considering its daily weight and value afloat, the North Sea is declared 
by this writer to be “by far the busiest and richest expanse of sea in the 
world.” T h e  writer can not better describe it than by saying the North 
Sea is “the Trafalgar Square of shipping.” Mighty states and thriving towns 
are dependent upon it. While its whole seaboard can not be much more than 
4,000 miles long, it is probably correct to say that “seven-eighths of the ocean- 
going shipping of the whole worjd of foreign trade is owned, and  registered 
in countries which surround this sea.” It embraces waters which stretch 
from the Straits of Dover on the south to the Shetland Islands and the coast 
of Norway on the north, and on the east is bounded by the mainland of 
Europe and by the Baltic Sea as entered through the Cattegat. Its length is 
over 600 miles, its maximum width 400 miles. T h e  countries bordering upon 
it are “the greatest seafaring nations of the world”-England, Germany, Nor- 
way. Its ports possess between them “half the mercantile tonnage of the 
world.” Following is a table of the tonnage of S o r t h  Sea vessels that have 
entered and cleared in the foreign trade in the year 1911-1912. 

As will be seen in this table, the North Sea ports of chief importance 
are London, Hamburg, Antwerp, and Rotterdam. Their totals of foreign 
trade are close enough to one another to make them vigorous rivals for first 
place. It appears that both Antwerp and Hamburg have surpassed London 
in the tonnage of shipping entered and cleared in its foreign trade, while 
Rotterdam is now “running a neck-and-neck race with London and threatens 
to outstrip her three competitors.” Rotterdam in recent years has thrived 
under very progressive commercial activity, and Antwerp accordingly has suf- 
fered severely-especially in her grain trade ; but Antwerp has undertaken, 
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through the construction of four new grain elevators and an extension of her 
port, to compete-and with better success thus far-with her rival. 

T h e  writer notes as curious the fact that Hamburg, during the last few 
years, has made less progress than either Antwerp or Rotterdam-that is, the 
increase relatively has been greater in these ports of the Netherlands than in 
the great German port. T h e  writer sufmises that Antwerp at the mouth of 
the Scheldt, and Rotterdam, at the mouth of the Rhine, “have been found 
more convenient as shipping centers for the great industrial districts of West- 
phalia and southern Germany than the more northerly port at  the mouth 
of the Elbe, admirably though it may be situated for serving Berlin, Saxony, 
and Silesia.” 

Entered 

191 1 
Net  Tons 

London* . . . . . . . .13,163,101 
Tyne Ports* . . . . 7,460,559 
Hull* . . . . . . . . . . 4,040,027 
Middlesbrough* . . 2,090,444 
Antwerp . . . . . . . .13,233,677 
Ostend . . . . . . . . . 1,117,206 
Rotterdam . . . . . .10,624,499 
Amsterdam . . . . . . 2,002,862 
Bremen . . . . . . . . . 3,192,737 
Hamburg . . . . . . .11,868,709 
Christiania . . . . . . 1,541,555 

1912 
Net Tons 

12,985,658 
6,737,768 

. 4,360,000 
2,227,881 

13,686,297 
1,104,078 

12,126,58 1 

3,363,2 18 
12,346,600 

1,389,360 

. . . . . . . . . 

Cleared 

1911 
Net Tons 

11,172,298 
8,33 5,762 
3,601,467 
1,965,358 

13,272,665 
1,105,967 

10,609,814 
1,936,732 
3,073,578 

1,108,093 
11,994,379 

1912 
Net Tons 
11,064,139 
7,819,965 
3,860,851 
2,075,195 

13,665,346 
1,094,337 

11,950,422 

3,269,817 
12,594,733 
1,545,466 

. . . . . . . . . 

While London, as a port of foreign shipping, is falling behind the three 
other great harbors of the North Sea, we are not to disregard the immense 
amount of coasting trade that converges in the Thames. Great Britain has 
a much greater coast-line in the North Sea than Belgium, or Holland, or 
Germany; hence the far greater volume of her coasting trade, which in 1912 
produced a total in arriving vessels of 5,761,278 net tons, and in departing 
vessels of 7,S65,067 net tons. The  same point might be made as to New- 
castle, whence in 1912 coasting-trade shipping worth 3,285,398 net tons de- 
parted. In the aggregate it appears that about 20,000,000 net tons of coast- 
ing-trade shipping departed last year from British North Sea ports.-rliternry 
Digest.] 

*The statistics for these ports represent the tonnage “arriving” and “de 
parting,” which is slightly larger than the “entrances” and “clearances.” 
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